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Abstract
The relationships Malaga has established with its port have changed over the centuries, conjuring up a variety of scenar‐
ios and circumstances. The past and present are closely linked phenomena in this case study where the porosity of the
port‐city fabric has marked the city’s development and constitutes a key issue in the current and future challenges it faces.
Malaga provides a particularly interesting example of a post‐industrial city that has reopened its port to its inhabitants’
acclaim while maintaining port activity. However, the growth tourism has seen in recent years has come to dominate the
local economy. Cruise ships have taken on a significant role and have brought about important changes in the dynamics
and flows between the port and the city, unsettling the balance between the two. This profile explores port‐city devel‐
opment through the lens of boundaries and flows, demonstrating how their dynamics have determined Malaga’s spatial,
functional, and social development over time and how they continue to do so to this day. This article reviews the transfor‐
mations the city has undergone and its future opportunities to achieve a balanced and sustainable port‐city relationship.
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1. Introduction
Porosity, as described by Walter Benjamin in the chap‐
ter dedicated to Naples in his book “In One Way Street
and Other Writings” (Benjamin, 1985), provides a ref‐
erence to understand urban space as a result of pro‐
cesses of appropriation and encounter (Sennett, 1995). It
articulates the previously established relations between
place and function. In this sense, porosity considers
spontaneity as a permanent challenge to the limits
between urban spaces and times, simultaneously con‐
necting and separating neighbouring zones and events
through time.
The porosity of the port‐city fabric has marked the
development of the port city of Malaga and constitutes
a key issue in the current and future challenges it faces.
Exploring port‐city development through the lens of
boundaries and flows can demonstrate how the dynam‐
ics of these over time have been a determining factor
in Malaga’s spatial, functional, and social development
and how they continue to be so to this day. By assessing
issues like industrial heritage, the historic city centre’s
public neighbourhood spaces, new functional interac‐
tions and themix of memories andmeanings, along with
other topics, it can be seen that this port city’s present
and future development opportunities are to be found
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in the permeability established in a porous dynamic bor‐
der between the port and the city.
From the viewpoint of urban historiography, which
has become increasingly specialised since the 1960s
and an academic discipline in its own right, the analy‐
sis of the history of urban phenomena has produced a
broad range of topics of study that has been approached
from a sectoral perspective by a multitude of disciplines,
including architecture, geography, sociology, political sci‐
ence, economy, and anthropology. This disciplinary dis‐
persion is a direct result of the physical and social com‐
plexity of the urban phenomena (Harvey, 1973), and
obstructs any holistic methodological approach to the
subject when trying to incorporate its several dimen‐
sions. The article combines historiographical methods
with spatial analysis and urban morphology, as a tech‐
nique to address complex urban processes (Guardia,
Monclús, & Oyón, 1996) and an indispensable tool
to spatial planning applied in planning historiography
(Kwak, 2017). According to Izaskun Landa (2020), the first
category of analysis addresses the historical process of
construction of the city, focusing on its space and mor‐
phology. The second refers to the sociocultural processes
that take place in the city as a place where economic, cul‐
tural, political, and religious events occur without con‐
sidering its spatial variable. Lastly, the third school of
thought associates urban sociocultural processes with
the space in which they take place. In other words, it
correlates the location of activities in urban spaces and
these are in turn correlated with their evolution over
time. An association of the sociocultural dimension of
the city with the physical and spatial dimensions serves
as the methodological basis for this article, based on
the use of geo‐historical spatial mapping as an analytical
tool (Hein & van Mil, 2020), allowing the evaluation of
how the levels of porosity in the port‐city interface have
changed over time (Schubert, 2017).
In this regard, the importance and impact of port
activity as a highly significant socio‐cultural factor in
understanding urban historiography is unquestionable,
even more so when we consider that the majority of
the great historical cities are port cities. The sea, and
by extension rivers, have shaped them over time, act‐
ing as a route of cultural exchange, as well as for popu‐
lation and merchandise flows, thereby forging a plural
multifaceted place where diverse landscapes and envi‐
ronments from different periods coexist (Braudel, 1980).
The nature of the port‐city relationship has changed
throughout history and has resulted in different sce‐
narios and circumstances. This relationship constitutes
one of the most important paradigms for contempo‐
rary cities, since it brings together a close spatial asso‐
ciation with the utmost functional interdependence, as
Hoyle (2000) points out. There is no doubt that ports,
as infrastructures of exchange between the sea and
land (Grindlay Moreno, 2017), have evolved to adapt
to changes in technology and trade and have at the
same time transformed their relationship with cities.
Hence, there are two key moments in the historiography
of port‐cities: the industrial and post‐industrial periods.
These periods alsomarked a structural change in the soci‐
ety of the era, understood as referring to the territorial
change that resulted from an alteration in the logistics of
production (Costa, 2007a).
Moreover, authors such as James Bird (1963), Brian
Hoyle (2000), or Han Meyer (1999) refer to the prein‐
dustrial period as a key one to understanding the sub‐
sequent dynamics, proposing interpretative schemes to
better explain this complex reality. Bird (1963) describes
the observed changes in space and time through the
definition of three phases: the initial settlement phase;
the development and expansion of activities phase; and
the specialisation and port areas reconversion phase
(Figure 1a). Hoyle (2000) proposes six stages: the prein‐
dustrial period; the industrial period; and the post‐
industrial period, which comprehends four dynamics,
balancing between the expansion of port activity, and
the redevelopment of former port areas, reincreasing
port‐city integration (Figure 1c). Meyer (1999) defines
four moments, the first three similar to the Bird’s
Anyport, adding a fourth period with the complex port’s
articulation and the advanced dysregulation, particularly
evident in the large port‐cities (Figure 1b). As such, a
synthesis definition of three large periods of port‐city
can be accepted (the preindustrial, the industrial, and
the post‐industrial phases), allowing to address the case
study, also referring to the ‘medium port‐city’ proposed
by Ducruet and Lee (2006; Figure 1d).
AsMeyer (1999) affirms, ports had already distanced
themselves from cities in the industrial period, forsak‐
ing the close relationship of the pre‐industrial period
as a storage and distribution centre for merchandise
within the walled enclosure. At this point, they were con‐
verted into industrial or ‘transit’ ports (Meyer, 1999). Due
to the modernisation of ports, the port‐city dichotomy
would increase until they became two independent
and functionally autonomous realities. The city’s trade
and industrial fabric would be progressively replaced
by another fabric based on tourism and real estate,
while the port maintained its separate autonomous
function. Schubert (2017) also asserts that all seaport
cities have structural similarities, being a functional and
spatial unit until the beginning of the 19th century,
and later they spatially separated and assumed differ‐
ent institutional responsibilities. Meyer (1999) himself
describes this period as an ‘industrial port—functional
city,’ lasting until practically the end of the 20th century.
Subsequently, in the post‐industrial period, cities would
rediscover their ports as part of the urban landscape, and
in turn, cities would be discovered by ports as a poten‐
tial asset, first as a logistics and telecommunications cen‐
tre, and later as a tourist attraction for cruise tourism.
This period spans from the end of the 20th century to
the present.
In the case study at hand, the first period runs from
the 8th century BC to the middle of the 19th century,
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Figure 1. Port‐city dynamics. From left to right and from top to bottom: a) Anyport (Bird, 1963, pp. 29, 31, 33); b) Historical
port‐city evolution (Meyer, 1999, p. 23); c) Development dynamics of the port‐city interface (Hoyle, 2000, p. 405); and
d) Matrix of port‐city relations (Ducruet & Lee, 2006, p.109).
a considerable period that can be divided into two crit‐
ical periods of the port‐city relationship, and which is
especiallymarked by the demolition of themedieval ram‐
parts. The second period revolves around industrialisa‐
tion, with Malaga being one of the few Spanish exam‐
ples of significant industrial activity along the coastline,
along with Bilbao and Barcelona (Alemany, 1991, 2010).
At the beginning of the 20th century, this activity was
replaced by another kind of industry: tourism. The Costa
del Sol is one of the most important areas in Spain for
beach holidays, and Malaga, as its main hub, has been
considered a tourist destination since the 1930s (Barke
et al., 2010; Pellejero‐Martínez, 2005). Lastly, the third
period, from the third quarter of the 20th to the present
century, has been characterised by the port’s moderni‐
sation which has seen the development of the container
terminal (2004), the cruise ship terminal (2008), and
the restoration of the old port docks for the city (2011;
Figure 2). The port city has thusmanaged to shift its offer
towards cultural and urban tourism in a clear attempt
to differentiate itself from other nearby coastal destina‐
tions. Urban improvement plans, the transformation of
its waterfront, and the emphasis placed on cruise ship
activity have turned Malaga into a point of reference
Figure 2. Images of the port city of Malaga with the huge traffic barrier that separates them. Source: Pedro Marin, edited
by María J. Andrade (2012).
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for cruise tourism in the Mediterranean, reaching a flow
of 476,970 passengers per year (Malaga Port Authority,
2019) in a city with a population of 578,460 inhabi‐
tants (Instituto de Estadística y Cartografía de Andalucía,
2020). In the case of Barcelona, the modernisation of
the port is carried out with the growth of the port
along the industrial coastline, allowing the liberation of
Port‐Vell and the realisation of a great event such as the
1992 Olympics (Gastaldi & Camerin, 2018) as the main
strategy, like other international cities such as Genoa
(Gastaldi & Camerin, 2020). In Bilbao, the transfer of
port activity downstream freed the old port, allowing the
construction of the Guggenheim, an iconic building that
transformed the image of the city (García Vázquez, 2008;
Ponzini & Akhavan, 2020; Vegara & de las Rivas, 2004), a
strategy followed bymany other cities. These three cases
of industrial port cities have carried out different dynam‐
ics for locating port areas (Costa, 2001) as well as differ‐
ent strategies for relaunching the city, with their own
particular impacts on tourism (Andrade & Costa, 2020;
López‐Gay et al., 2021).
Nevertheless, the organisation and functioning of
the port city has been, and continues to be, the sub‐
ject of study for experts in many disciplines (Breen &
Rigby, 1994, 1996; Bruttomesso, 1991; Casariego, 1999;
Chaline, 1991; Costa et al., 2013; Daamen & Vries, 2013;
Ducruet, 2007; Fleming & Hayuth, 1994; Gastaldi &
Camerin, 2020; Hall, 1992; Hein, 2011; Hoyle, 2000;
Hoyle & Pinder, 1992;Marshall, 2001;Meyer, 1990), who
have focused on highlighting the relationship between
the city and its port to describe and understand its config‐
uration from an analysis of its various urban transforma‐
tions; the functional evolution of the activities they host;
the intensity and growth of economic and spatial rela‐
tionships; the balances between centrality and nodality
of the port‐city relationship matrix over time; the water‐
front adaptation to climate change; along with other
issues. In this regard, this article aims to understand how
the port invigorates the city of Malaga’s urban reality
over time.
Undoubtedly, ports are usually places of urban
centrality, which is why their constant transformation
changes not only their own appearance but also that
of the city. As such, the main aim of this article is to
study the port‐city’s organisation and functioning in dif‐
ferent periods, the close link between port functions and
urban trade, and its historicalmanifestations onMalaga’s
urban dynamics. We also analyse the porosity of its bor‐
ders, the nodes, flows, and urban dynamics that have
adapted throughout history to the alterations both the
port and the city have undergone. To achieve this, a
study is conducted of the city and the port as a sin‐
gle reality, structuring the article around three sections
that correspond to the three periods mentioned above
(pre‐industrial, industrial, and post‐industrial periods).
Given the importance of the global context when consid‐
ering the history of a port city, each section describes
the global context and then focuses on the case study
with graphic contributions and findings derived from
each period.
2. Origin and Evolution of the Port City in the
Pre‐Industrial Period (8th Century BC–19th Century)
As Bruttomesso (2010) rightly states, cities have been
constructed to establish relationships with the world
beyond them. The origin of numerous Mediterranean
coastal cities resides precisely in the expansion of trade
through the maritime routes across the Mediterranean
opened up by the first seafaring peoples (Grindlay‐
Moreno, 2001). This gave rise to the creation of these
spaces as central places of urban areas, around which
most of their citizens’ activity would be carried out
(Grindlay‐Moreno, 2001). As Morris (2007) affirms, the
agora was not just a simple public space but rather an
intense concentration of diverse activities.
Malaga has been a port city from its inception and
arose from a settlement built around a natural harbour.
The city and the port grew together, and port activities
were present in the structure and development of urban
planning that constantly adapted to the needs of mar‐
itime traffic and trade. The origin of the city of Malaga
might lie in a small Phoenician port or factory (García
Gómez, 1995). The city grew in tandem with the port
activity located at two differentiated sites (see Figure 3).
The existence of two ports led to the appearance of two
main forums. On the one hand, the commercial port has
been linked to the Plaza, the centre of socio‐economic
activity. On the other hand, the fish‐salting factories and
salting pools were located in a second port, which was,
therefore, more integrated into the life and activities of
its inhabitants and has been associatedwith the religious
centre (Andrade Marqués, 2012). Hence, the presence
of these two ports had a crucial influence on the urban
development of the city, from its Phoenician roots to the
Roman Era and beyond.
2.1. Muslim Malaga: 8th to 15th Centuries
When the Arabs settled in the south of the Iberian
Peninsula, Malaga played a leading role due to the con‐
tinued growth of its trading activity through its port.
The port was a key element in maritime links, not only
with North Africa but also with a wide variety of ports in
the Mediterranean, the Far East, and Northern Europe
(Rodríguez Alemán, 1984). During the Muslim era, from
approximately the 8th to the 15th centuries, the exis‐
tence of two ports wasmaintained, though not exactly in
the same location. The more commercial port remained
next to the river, though somewhat further out into the
sea due to constant silting. It was delimited by the ship‐
yards and the Castle of the Genovese, which served as
a hinge to the urban port (Figure 4). This second port
was located in the central bay and economic activity was
concentrated in the surroundings of the Castle of the
Genovese, the most important centre of the port‐city
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Figure 3. Historical evolution of the port‐city relationship of Malaga: Muslim Malaga, 8th to 15th centuries; 18th cen‐
tury, demolition of the ramparts; 19th century, Industrialisation. Notes: 1. Commercial Port; 2. Urban Port; 3. Plaza
de la Constitución; 4. Shipyards (currently the market); 5. Castle of the Genovese (currently the Plaza de la Marina);
6. Mosque/Cathedral; 7. Fortress/Arab Citadel; 8. Alameda; 9. Customs House (currently the Museum); 10. Park. Source:
María J. Andrade (2012).
relationship. The urban reflection of these port activities
inside the medina was to be found in the Plaza, which
maintained its character as a forum.
The layout of the city is perfectly defined with the
Arabs, with such force that subsequent centuries would
be unable to erase that layout. Its shape reflects the rela‐
tions betweenbasic territorial arteries and the important
Granada‐Africa route since the Port of Malaga was the
KingdomofGranada’smain port. The city’s economic and
religious hubs, like the Plaza and theMosque,were estab‐
lished at the crossroads of these arteries, with all the
city’s activities taking place at the gates of these arteries
(Figure 4): “Malaga was a great import‐export centre
capable of creating an entire communications system,
to which the city itself was subordinated” (Rodríguez
Alemán, 1984, p. 23). Despite the existence of the ram‐
parts as a boundary, the port‐city relationship was highly
intense and practically all the city’s activities took place
at the gates which opened up to the sea. In this way,
porosity occurs because the existence of the edge itself
is questioned. Despite the barrier posed by the rampart,
there is a physical porosity marked by the rampart gates
and their connections with the two forums of the city
(functional porosity), causing urban flows and dynamics
around them (social porosity).
Malaga was conquered by the Catholic Monarchs
in 1487, sparking changes in its urban structure.
Nonetheless, the city continued to maintain its three‐
pole functionality: a religious centre (the Cathedral), a
civic centre (the Plaza), and a mercantile centre (the
Port), which still had two different port locations. Each
port was linked to an internal forum, the Plaza and the
Cathedral, thus creating the city’s layout of streets and
areas of activity. Such is the case of Calle Nueva, which
was created to link the port (Sea Gate) to the Plaza, thus
transferring commercial activity from the old Alcaicería,
or goods market, to this street.
2.2. The 18th Century: Demolition of the Ramparts
The 18th century was a positive era for Malaga. It can
be construed as the century of reforms, which began
after the War of the Spanish Succession in the reign of
Phillip V. Malaga formed part of the important demo‐
graphic boom that took place across Europe during the
18th century. This had a direct impact on local urban
planning since new facilities were required, thus produc‐
ing a further expansion of the city. As Vilar (1962) sug‐
gests, not all cities and regions underwent this change to
the same extent. It was essentially the maritime cities at
the periphery which consolidated a bourgeoisie that was
mainly dedicated to trading and manufacturing, espe‐
cially in the second half of the century. The rise in eco‐
nomic activities required an increase in transport infras‐
tructures, which led to an improvement in the road net‐
work and the facilities of some ports to channel foreign
trade through them (Rodríguez Alemán, 1984).
The end of the 18th century and the beginning of the
19th century was an era marked by prosperity in Malaga.
This was reflected in a series of significant actions that
would change the relationship of three realities, the city,
the port, and the sea, and lead to the culmination of this
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Figure 4. Analysis of the port city of Malaga’s configuration: Physical, functional, and social porosity; Two ports–two
forums–land and maritime connections (Muslim era). Source: María J. Andrade (2012).
relationship. The first important event was the demoli‐
tion of the medieval ramparts in 1786, which had sepa‐
rated the port from the city for ten centuries. The city and
the sea were thus joined by an open port, and the dock’s
edge was turned into just another city street. The con‐
struction of the Eastern Dock (Muelle de Levante) along
with the new Customs House led to the definitive trans‐
fer of most of the port’s activity to this site. This freed
up a large part of the coastline and allowed for the cre‐
ation of the Alameda, the city’s main leisure area (García
Gómez, 1995). The Alameda and the dock made up the
city’s waterfront, which had been turned into a contin‐
uous promenade next to the sea. For its part, the area
around the Castle of the Genovese, located between
the Western Dock and the Espartería Gate (Puerta de
Espartería), would now be the nexus between the port
and the city. The Sea Gate (Puerta del Mar) maintained
its importance fromamercantile perspective. It was then
that the city expressed the importance of the communi‐
cation that would be opened up between the population
of the seashore and the rest of the city (Figure 5). This
would be the time of greatest porosity, without bound‐
aries between the port and the city and with a huge
urban waterfront and a green space, which connects the
port and the city as a whole.
3. The Role of Industrialisation in the Port‐City
Relationship (19th–20th Century)
The demolition of the defensive ramparts in the 19th cen‐
tury, which can be considered a common phenomenon
in almost all European cities, created a physical conti‐
nuity between the port and the city. However, this con‐
tinuity would soon be eradicated by another kind of
wall, an industrial wall. The port‐city relationship became
increasingly distant as a result of the industrial revolu‐
tion, which, despite being a great economic boost for the
port and the city, brought with it a rupture of said spa‐
tial continuity. From then onwards, the port area was
seen as an entity that was disconnected from the city’s
historical shape, although it coexisted with the city both
physically and socially (Casariego, 1999). The develop‐
ment and progress of these cities in the new industrial
era were reflected in their port frontages.
The transformation of ports in the industrial period
was characterised above all by the appearance of steam,
which transformed navigation and the techniques for car‐
rying out public works (Alemany Llovera, 1991). Ports
were thus modernised, harbour mouths made nar‐
rower by lengthening breakwaters, and dock alignments
extended, in many cases to gain greater water depth
through filling works that had a repercussion on themor‐
phology and layout of cities. The rise and development
of railways and their introduction into port areas also
revolutionised exchange capacity and sea transport. The
impact of these changes is evident in the structure and
functioning of cities (Alemany Llovera, 2010). The vacant
spaces freed up by the demolition of ramparts were
generally taken advantage of for port activities, railway
lines that crossed these cities along theirwaterfronts and
even for roadways that would be the origin of future bar‐
riers between the port and the city.
The transformation of ports in the industrial period,
therefore, had a direct impact on the configuration of the
city. This ended up creating both a barrier between the
city and the sea, as well as social segmentation along
the coastline (Alemany, 1999, 2010). The industrial city
containing factories and workers’ settlements was devel‐
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Figure 5. Study of the port city of Malaga’s configuration in the 18th century: Physical, functional, and social porosity;
Demolition of the ramparts, upon whose imprint a seaside promenade was built. Source: María J. Andrade (2012).
oped on one side of the port, while a spa city containing
the bourgeoisie’s second homes was found on the other
(Reinoso Bellido, 2005).
This social segregation of the coastline around the
port was visible in cities like Santander, Barcelona,
or Malaga, which underwent extensive development
during the industrial period. Malaga’s industrial bour‐
geoisie built high‐rise tower blocks on the city’s outskirts,
promoted factories and workshops, attracted foreign
talent, and fostered railways and port improvements.
Subsequently, the economic slowdown of the 1950s
saw Malaga endeavour to overcome the slowdown by
enhancing the port and building railways, although by
then industry had already lost its regional weight.
One of the greatest urban contributions of the period
was Calle Larios. This street was built to link the Plaza
with the port’s main gate, the Espartería Gate, a partic‐
ularly important site due to its location on the Alameda,
and which thereby concentrated a great deal of activity.
As the city’s main shopping artery, the layout of Calle
Larios mimics the model set by Calle Nueva, which in the
past linked the Plaza to the port’s main gate. Both thor‐
oughfares have shaped the city’s shopping district since
then and continue to do so to this day.
The modernisation of the port, along with the reg‐
ularisation of its docks on land reclaimed from the sea,
allowed for the city’s growth. As such, the park—the
city’smain green area—and the new residential area, the
Heredia Enlargement (EnsancheHeredia), were both pro‐
moted, but at the same time, the borders between the
port facilities and the city were precisely set by means
of a fence that prevented any physical or visual contact
with the sea. The port was not only present in the city’s
growth to the west with factories and their settlements,
but this growth also allowed the port to expand to the
east thanks to the railway line, which was subsequently
converted into a seaside promenade serving as a cen‐
tral leisure and relaxation area. Hence, while the port
spurred industrialmanufacturing development along the
western coastline, it likewise fostered an incipient tourist
industry in the east. Despite the distancing of the port
from the city, it is clear that the urban developments
of the 19th and 20th centuries were once again closely
linked to the port, not only with regards to the open‐
ing up of connections to the city and development of
the waterfront but also to the widening and develop‐
ment of the eastern andwestern coastlines. The portwas
once again the major factor in the city’s development
(Figure 6). However, as the port becomes a port area,
an independent entity, in addition to the barriers posed
by railroad tracks and fences, governance and land own‐
ership become real boundaries that hinder the porosity
between the port and the city even to this day. This time
will be the one with the greatest physical and functional
discontinuity between the port and the city.
4. The Transformation of the Port‐City Relationship in
the Post‐Industrial Period (Late 20th Century–Present)
The third quarter of the 20th century was marked by sig‐
nificant port growth. The container traffic phenomenon,
which is associated with logistics management, the
changes in energy use and shipping routes and net‐
works, are the origin of new facilities being relocated far
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Figure 6. Study of the port city of Malaga’s configuration around different physical, functional, and social factors (19th cen‐
tury): The port closes in on itself, separated from the city by fencing, roads, and railway lines, and from the sea by the
narrowing of the harbour mouth. Source: María J. Andrade (2012).
from the old port areas (Baudouin & Collin, 1994; Hoyle,
1996; Hoyle& Pinder, 1981;Malone, 1996;Mosso, 1996).
The resulting deindustrialised spaceswere used as places
of opportunity to recover historic city centres that were
in decline at the time. This gave rise to the waterfront
phenomenon, which became an essential paradigm
for post‐industrial cities (Bruttomesso, 2001). The aca‐
demic literature on waterfronts is abundant (Breen &
Rigby, 1994, 1996; Bruttomesso, 1991; Carpenter et al.,
2018; Hein, 2011; Marshall, 2001; Meyer, 1990, 1999),
as is the literature on their classification (Andrade
Marqués, 2012; Brownill, 2013; Perea‐Medina et al.,
2018; Schubert, 2011; Shaw, 2001) ranging from the first
American waterfront experiences focused on leisure and
shopping, to the ones which take on the role of tourist
ports (McCarthy, 2003; Perea‐Medina et al., 2018). In a
period that seeks tomaintain port activities that are com‐
patible with urban life, the cruise industry stands out as
one such activity, straddling as it does both tourism and
port activities (Capocaccia, 2001). If there has been an
effort to get inhabitants closer to their port throughout
the different stages of the waterfront phenomenon, this
objective is currently in disarray as thousands of tourists
make their way along the waterfront to historic city cen‐
tres daily (Perea‐Medina et al., 2018).
Malaga is no exception to this rule. The need for port
improvements and the rush to find new areas that could
rescue its historic city centre led to a contentious process
to plan this space. This process began in 1985 and would
last for over 20 years. In the face of the endless negoti‐
ations on the port‐city interface, both the port and the
city continued to move forward and develop as indepen‐
dent spaces. The port grew seaward (Figure 7), freeing up
some of the docks near the historic city (Docks 1 and 2),
while maintaining port activity at others (Docks 3 and 4,
passengers, and ro‐ro). When a development agreement
was reached on Docks 1 and 2 in 2010, the city cen‐
tre had already been renovated, the container termi‐
nal was in operation (2004) and the eastern breakwa‐
ter was beginning to receive the first cruise ships (2008;
Andrade Marqués, 2012). Despite this, the port‐city ana‐
lysis conducted by AndradeMarqués et al. (2012) placed
Malaga within the international context of waterfronts,
positively highlighting the quality of its public spaces to
deal with the powerful combination of leisure and enter‐
tainment which characterises the city. These docks have
been mixing uses—urban docks 1 and 2 maintain port
activity as a terminal for luxury cruise ships,mega‐yachts,
boats for sports, and tourist use—and enriching the cul‐
tural offering over timewithmuseums like the Pompidou
Centre or craft shops and local products. Maintaining
port activity so close to the city (both urban docks 1
and 2 and docks 3–9: passengers, cruisers, ro‐ro, fish‐
ing, containers, and bulk) reinforces its identity and turns
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Figure 7. Study of the port city of Malaga’s configuration around different physical, functional, and social factors (21st cen‐
tury). Source: María J. Andrade (2012).
Malaga into a highly attractive tourist destination given
the cruise terminal’s proximity to the renovated historic
city centre and a broad cultural offering. Despite physi‐
cal barriers (Andrade et al., 2020), the governance struc‐
ture (Daamen & Vries, 2013) and International Ship and
Port Facility Security Code, the porosity between the port
and the city is a reality not only through the punctual
connection between both—which should be improved—
but also through the visual relationship with the ships,
cranes, and port activity that reinforce the identity of the
port city.
The historic city centre is still functionally organ‐
ised around the same two historic forums: the Plaza
de la Constitución on the one hand, which still main‐
tains its commercial nature, and the Cathedral on the
other, which acquired this role due to its historical impor‐
tance, although it still maintains its religious function.
Both forums have expanded along linear nodes, the cul‐
tural artery is Calle Alcazabilla as a prolongation of the
Cathedral, and the commercial artery is Calle Larios as
an extension of the Plaza de la Constitución. The latter
artery divides the historic city centre into two ‘cities.’
A more active, community‐based city, where most neigh‐
bourhood amenities are concentrated, is on one side,
and a more touristic and contemplative city contain‐
ing more museums and monuments is on the other
(Andrade Marqués, 2012). At the same time, the trans‐
formation of Docks 1 and 2 in the urban port, together
with the fact that the port continues to operate in the
old city centre, ensure that two ports, which are physi‐
cally and functionally distinct, coexist in the very heart
of the historic city centre of Malaga, as has always been
the case throughout history. Each of these ports—one an
urban port and the other a commercial port—is linked to
one of the two parts of the historic city centre. In other
words, the operational port is adjacent to the active city,
while the urban and cruise ship port is linked to the
more contemplative part of the city. Despite this, and
after more than 20 years of urban planning focused on
the port‐city relationship and ten years of the water‐
front redevelopment project’s existence, the same his‐
torical borders remain to this day, such as the ramparts
transformed into 19th century barriers, which were then
converted into more than eleven traffic roadways that
separate the port from the city (for the analysis of the
waterfront see Andrade et al., 2020).
The cruise industry has undoubtedly been one of
the most dynamic and fastest‐growing sub‐sectors of
tourism over the last decade (Sun et al., 2011), especially
in the Mediterranean basin, where cities offer a wide
variety of assets that are easily accessible and attrac‐
tive for historical and cultural tourism (Castillo‐Manzano
et al., 2014; Gui & Paolo Russoz, 2011; Rodrigue &
Notteboom, 2013; Soriani et al., 2009). Such growth has
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led to the beginning of Malaga’s touristification, and,
although this is not as intense as in the cases of Barcelona
or Venice, it has triggered a focus on economic activity
and urban planning geared at tourism. This has brought
with it a rise in the number ofmuseums, hotels and rental
apartments, followed by the historic city centre’s gentrifi‐
cation, whereby local inhabitants are forced to abandon
the city centre, coupled with the trend to replace local
activities with international global companies dedicated
to commerce and restoration (Andrade et al., 2020). This
search for a global image leads most of those in power
to view the future in terms of skyscrapers and the city’s
growth in terms of its expansion, as opposed tomore sus‐
tainable proposals advocating for the conservation and
reuse of the industrial and port heritage, which would
increase the current port‐city border’s porosity.
5. Conclusions
This brief view over time allows us to show how port‐city
porosity has been a determining factor inMalaga’s devel‐
opment and how it continues to be so concerning the
challenges broached today with a view to the future.
One of the most important elements required to
understand this city, its morphology and how it func‐
tions, is that the city has been built around two ports.
The urban reflection of these two ports is to be found
in the two main forums which have been preserved
throughout history and around which the city is organ‐
ised (Plaza and Temple). By studying how the city func‐
tions around these two forums and the links each of
them has to its port, the layout of its streets, the activ‐
ities which take place at each site, etc., the way the city
is assembled can be viewed as a perfectmechanism. This
powerful structuring of the city has survived to this day.
Although the port’s modernisation during the period of
industrialisation resulted in both portsmerging into a sin‐
gle autonomous and independent structure, those two
ports can still be perceived. The two forums still main‐
tain their nodal role in the way the city functions, with
one being more commercial and active, while the other
is more contemplative and cultural, each in keeping with
the rhythm of its distant port.
Despite its borders, the city of Malaga has always
faced the sea and its relationship with its port has cre‐
ated very diverse situations (Figure 8). However, even
in historical periods when defensive systems made it
difficult, these relationships have always sought poros‐
ity and openness to the port and the sea. The rampart
gates which once faced the sea, the crowded squares
and the subsequent promenades built along the port’s
waterfront at different stages were all places that linked
the port directly to the city. These are the spaces the
city’s inhabitants have most visited and admired, find‐
ing in them a changing dynamic landscape where peo‐
ple, wealth, culture and merchandise travelled back and
forth from distant lands. Unfortunately, the defensive
borders built during the Muslim era still survive today,
transformed into barriers comprised of up to eleven traf‐
fic roadways. This discontinuity among the historic city,
the actions undertaken in the 19th century, and today’s
interventions have been shifted on to an operational
framework since the city lacks a common urban planning
scheme to resolve the different projects’ links and coor‐
dination through an overarching view.
As has beendemonstrated, a historical reading allows
one to comprehend the reality of the port city in: (i) its
physical scope through the communications arteries
which define the city; (ii) its functional scope correspond‐
ing to the forums around which the city is organised
and; and (iii) its social scope through urban dynamics.
Nonetheless, this view on the border and flows in the
complex port‐city relationship also opens up opportuni‐
ties forMalaga’s present and future byweighing opportu‐
nities and risks in a world where territorial decisions are
increasingly double‐edged. Just as they have been in the
past, port docks today are the door to the city for cruise
tourism flows. However, the negative impacts caused
by the touristification process need to be addressed.
The industrial waterfront and its heritage are attractions
for collective life alongside the water, but their respon‐
sible renovation and social utility must also be consid‐
ered. The densely urbanised historic city centre benefits
from the former port area’s open spaces, though large
infrastructure barriers still divide both spaces. Lastly, if
the port city forms part of Malaga’s collective memory, a
new memory for the future should be built.
Port‐city porosity is today a multifaceted and com‐
plex topic, in which several perspectives overlap and
oblige to construct integrated overviews. As can be seen
throughout history, it involves an effort to break barri‐
ers (Costa, 2007b) and to seek new balances in keeping
with strategic views of the future. But not all the broken
barriers are the same, and new research on the contem‐
porary dynamics is needed. Social porosity presents a
double perspective when the port territories are opened
to the city: as the democratisation of the access to the
waterfront brings new opportunities for urban and port
development in domains such as public space, leisure,
culture and tourism; negative impacts might occur, as
segregation finds its expression in phenomena such as
the touristification and the gentrification of the sur‐
rounding urban areas. The same happens with the func‐
tional porosity in the rediscovering of the waterfront
areas. On one hand, the functional permeability allows
for the location of public facilities and other uses that
did not have space to be located in the dense histori‐
cal city, both in new buildings and the reuse of indus‐
trial heritage. On the other hand, port‐cities must be
addressed the danger of transforming these new water‐
fronts on thematic parks for leisure and tourism. And the
same also occurs in the physical porosity, as the classi‐
cal conflict between the waterfront longitudinal barriers
(walls, structural avenues, train) and the transversal inte‐
gration of urban tissues continues to be a difficult equa‐
tion on the regeneration of port‐cities. As observed, in
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Figure 8. Joint reading of the port and the city throughout history; Physical, functional, and social analysis. Source: María
J. Andrade (2012).
Malaga, as well as in several other port‐cities, this inter‐
face remains a contemporary space of opportunity, a
challenge for the city, the port, and the citizens.
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